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Title of Dissertation: Developing Safe and Environmentally Sound Ship Ship 
Recycling Practice in Indonesia 
Degree: Master of Science 
 
The dissertation is a study of the existing condition of ship recycling practice in 
Indonesia, comparing the international regulation and national regulation in place 
governing the practice of ship recycling to find the missing gaps. Because of the issues 
and the complexity in ship recycling practice, adequate regulation needs to be in place 
to manage a safe and environmentally sound ship recycling activities which not only 
protect the environment but also protect human lives and human rights. 
 
Analysis of the international regulation on ship recycling is conducted historically 
from the entry into force of the Basel Convention to the adoption of the Hong Kong 
Convention. Related guidelines and regional regulation is also analysed for the 
reference. Key features of each regulation is presented together with their limitations. 
Regulation specifically related to ship recycling in Indonesia is assessed and compared 
with the international regulation. Findings from the missing gap is then analysed in 
order to find the better solution. 
 
Indonesia has regulated ship recycling practice through the Regulation of Minister of 
Transportation No 29/2014. From the comparative analysis, it is found that the national 
regulation in place needs to be improved. Requirement of IHM for new ships and 
existing ships is need to be regulated, the minimum standard for labours also needs to 
be regulated clearly to avoid any room for violation. Subsequently, the enforcement 
monitoring and control regime needs clearer procedure as EMC is the core of the 
effective implementation of  the regulation. 
 
Additionally, SWOT analysis related to the development of safe and environmentally 
sound ship recycling practice in Indonesia is conducted. In the last chapter, the author 
concluded that to achieve safe and environmentally sound ship recycling practice, 
several recommendations are proposed.  Focus group discussion with all stake holders 
to find common ground and to avoid any overlapping is strongly encouraged. Joint 
cooperation with other countries and other classification societies which have the 
expertise is also suggested. Other than that, market based solution is proposed to 
encourage ship owner in providing IHM and for ship recycling yard to comply with 
the regulation.  
 
KEYWORDS:  Ship-recycling, Hong Kong Convention, Basel Convention, 
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Chapter 1 - Introduction 
 
1.1 Background 
Ship is the main low-cost transportation mode in the world freight market which has 
rapid development through the years (UNCTAD, 2018). More than 80 percent of total 
world trade is transported by ships (Chang et al., 2010; Demaria, 2010; Hiremath et 
al., 2015). As of January 2018, the total merchant ships globally is accounted for 
53,045 ships (Wagner, 2019). All of these ships will not operate permanently at sea, 
since the operating cost will be different from time to time and the existence or number 
of operating ships is also influenced by the world economy and the development of 
technology (ICS, 2019). The effective lifespan or the economical service life of a 
vessel is approximately between 25-30 years (Fariya, 2016; Yin and Fan, 2018). After 
25 years, the economic value of this ship will be gradually diminished (Mikelis, 2018). 
When the operation cost of a ships become higher than its revenue, the ship owner will 
choose to recycle the ship (Sunaryo and Pahalatua, 2015). Other than that, freight 
market condition also plays an important role for the ship owner to decide whether the 
ships will continue its service or to dismantle them when the business is not going 
well. These ships, which has finished its service life, are a valuable source for 
construction industries in the form of scrap steel and second hand equipment.  
Ship breaking is the process of demolishing a ship after the service life is ended, which 
involved discarding the hull from the ship for the scrapped steel (Abdullah et al., 
2010). Other than scrapped steel, the result from ship breaking activity is also the 
equipment onboard the ship which can be reused. Ship breaking helps to stabilize the 
economy because the scrapped steel resulted from the activity could enter the market 
supply chain again, the demolition market (Stopford, 1997). Scrap resulted from the 
activity of ship breaking is a high-quality steel which can be used as the raw materials 
for the metal industry. According to Ministry of Industry Indonesia, up until October 
2018, Indonesia has a total of 1750 ships consists of general cargo, fishing vessel, and 
passenger ships with total GT of 3.9 millions which has operation period of more than 
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25 years (Ministry of Industry Indonesia, 2018; BKI, 2019). This condition implies 
that the shipyard industry will be running continuously because of the certainty of a 
local market. Unfortunately, along with this valuable steel, these demolished ships also 
generate toxic or hazardous substances that must be managed properly in order to 
avoid any damage to the environment and human health. This hazardous material 
discharged from ship recycling activities can be in the form of solid, liquid, or gas 
pollutants (Zakaria et al., 2012; Pasha et al., 2012; Hossain and Rahman, 2010). As 
there is huge potential in ship recycling market, consideration should be made related 
to the regulation, implementation, and the impact of ship recycling practices in 
Indonesia, taking into account that if ship recycling practice is not conducted properly, 
it is considered a dangerous activity for workers as well as it can bring harm to the 
environment because of the hazardous material contained in ship itself. One the 
example of how dangerous the ship breaking industry for workers is the accident 
happened in Chittagong, Bangladesh, where 1 worker lost his life after fell from height 
while cutting the Ever Union, ship owned by Evergreen Taiwan (Safety4sea, 2019). 
In Indonesia, there are three existing ship recycling yards (Akriananta and Suastika, 
2017; Fariya, 2016), as follows: 
1. Ship recycling yard Tanjung Jati Kamal, located in Madura Island, East Java; 
2. Ship recycling yard Cilincing, located in North Jakarta, West Java; and 
3. Ship recycling yard Tanjung Uncang, located in Batam. 
Generally, from the observation conducted by Fariya (2016), Akriananta and Suastika 
(2017), and observation made by the author, all the ship recycling yards are still 
operated far from decent condition. Either it is from the condition related to the safety 
of workers or from the yard condition itself, which is not organized in terms of the 
waste management (Akriananta and Suastika, 2017). Further analysis of this condition 
is presented in Chapter IV of this dissertation. 
Previously, several research related to the technical and economic analysis of the ship 
recycling yard in Indonesia had been conducted (especially in Madura, one of the ship 
recycling yards in Indonesia) as seen in Table 1-1, but there are no analysis from the 
  3
regulatory framework and how the implementation of the existing regulation as well 
as how the procedure should be conducted for the sake of the realization of safe and 
environmentally sound ship recycling practices in Indonesia. Since legal framework is 
the foundation in achieving any goals, therefore, in this research, the international 
regulations as well as the guidelines related to ship recycling practice is identified first 
and analyzed in order to identify the issues and possible missing gaps. Secondly, 
national regulation regarding recycling practices with the international regulations 
including all stakeholders involved in the ship recycling practices is analysed, from 
the flag states, ship owners, classification societies or recognized organization, ship-
breaking yards, and the workers in the field. Analysis related to the compliance of the 
national regulations to the international regulations is then conducted and findings 
from the missing aspect is further discussed to finally produce recommendations for 
the Administration (Indonesia) in order to achieve the safe and environmentally sound 
ship recycling practice in Indonesia from the regulatory framework. 
Table 1-1. 
Previous Research Related to Ship Recycling in Indonesia 
 
Compiled by Author, 2019. 
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1.2 Objectives and Structural Outlines 
The objectives of this research are to carry out a study and literature review in relation 
to the existing ship recycling practice in Indonesia. The requirements from the 
regulatory framework related to ship recycling practice in Indonesia is analyzed and 
the compliance with the international conventions and regulation is assessed. The final 
result of this research is possible challenge for the safe and environmentally sound 
ship recycling practice in Indonesia and recommendations which could help the 
Administration to achieve  safe and environmentally sound ship recycling practices. 
The dissertation is structured as to answer the following questions: 
1. What are the international regulations covering ship recycling practices and 
their limitations? (Chapter 2) 
2. How is the existing domestic regulation which governs ship recycling practice 
in Indonesia? What are the limitations of the existing regulation? How is the 
current condition of Indonesian ship recycling practice? (Chapter 3 and 
Chapter 4) 
3. How is the national regulation which governs the ship recycling practice in 
Indonesia compared with the international regulations? (Chapter 4) 
4. What is the challenge and what could be improved in order to achieve the ideal 
condition of ship recycling practice in Indonesia? (Chapter 4 and 5) 
 
1.3 Scope and Limitation 
This research focus on the analysis of the current regulation of ship recycling practice 
in Indonesia, including the existing condition of the ship recycling practice. Secondly, 
the current implementation of the regulation is analyzed to help author in proposing 
recommendation for a safe and environmentally sound ship recycling practice. 
Economic aspect of the ship recycling industry will be excluded from the analysis. The 
international regulations which assessed in this dissertation are limited to the Basel 
Convention, Joint ILO IMO and Basel Convention guidelines, the Hong Kong 
Convention, EU Waste Shipment Management, and EU Ship Recycling Regulations. 
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All regulations related to ship recycling practice in Indonesia will be assessed.  The 
outcome of this research is recommendations to the Administration related to the 
additional regulation needed to govern ship recycling practice and the solution to the 
possible challenges occur when implementing a safe and environmentally sound ship 
recycling practice. 
The terms used in this dissertation: recycling, scrapping, dismantling, and breaking is 
used for the same meaning. 
1.4 Methodology 
Method used in this research is comparative analysis between international regulation 
and national regulation which is conducted through literature review to find the 
missing gaps in the national regulation. Various conventions, guidelines, and 
European Union Regulations related to ship recycling is analyzed in order to find the 
possible missing gaps. All the national legislation in relation with ship recycling 
practice in Indonesia is also analyzed in order to assess the compliance with the 
international regulations. Publications, journals, and proceedings related to the 
existing condition of ship recycling practices worldwide and in Indonesia are referred 
to support the author’s statement. Data and information related to Indonesian fleet and 
shipyards in Indonesia are gathered through correspondence, via email and from 
various official website sources, such as Ministries, Classification Societies, NGOs, 
shipyards, and Shipowner Association in Indonesia. National Legislation in Indonesia 
will be translated unofficially and will be put in the references. After analyse all the 
international conventions and regulations, comparative analysis between national 
regulation and international regulation is conducted, findings or missing gaps on each 
regulation is assessed, including the implementation findings. Finally, possible 
challenge in achieving safe and environmentally sound ship recycling practice in 






1.5 Brief Overview of Ship Recycling Practice 
1.5.1 Ship Recycling: A brief Introduction 
Ship recycling is an activity of breaking a ship when its service life is ended with the 
intention to re-using the equipment and the scrapped steel resulted from the recycling 
activities which is conducted with due regard to the protection of the environment and 
the health and safety of the workers. According to Lloyd’s Register (2011), there are 
several methods to handle ship recycling practice. The current method used by ship 
recycling yards are: 
1.5.1.1 Beaching 
Beaching method is still the most used method in ship recycling activity. Accounted 
for approximately 75% of the ships recycled globally used this method in 2015 and 
has reduced significantly to 60% in 2017 due to the pressure from the global 
community and NGO (Shipbreaking Platform, 2017). The international pressure on 
beaching method is mainly because of the poor working condition (Fig1-1). The 
example of ship recycling yards using this method is Chittagong in Bangladesh, Alang 
in India as seen in Figure 1-1, and Gadani in Pakistan. The ideal condition for a 
shipyard to apply beaching method for the breaking process is the high tidal range and 
extensively wide mudflats. These two conditions is needed as the high tidal range is 
needed to beached the ship as far to the land as possible and mudflats as the media to 
make it easier. These three ship recycling yards has big tidal range and expansive 
mudflats, which makes it a hotspot for the beach method recycling yard. After the ship 
is beached, ship will begin to be dismantled from the side closer to the shore and go 
block by block to the furthest side. Beaching is considered the cheaper method 
compared to the other methods because this method does not need a special docking 
yard. However, a major issue of this method is the difficulty in containment of possible 
pollution to the environment which resulted from the movement of hazardous waste 
because of the tides (Arvidsson-Kvissberg, 2018).  
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Figure 1-1. The example of beaching method in Alang ship breaking yard, India. 
Copied from Shipbreaking Platform, 2018 
When there is oil onboard and it pollutes the breaking area, whether it comes from the 
spillage or remaining oil on cargo hold, it will likely be swept away to the sea because 
of the tide that cannot be easily predicted. Further than that, if there is a scrapped steel 
from hull’s plate and fall to the sea, the tidal will likely to sweep it away. The bigger 
problem is related to the recycling process of ships which previously used for the 
carriage of dangerous goods. The handling process of the cleaning stage before cutting 
the ship needs to be carried out carefully. 
1.5.1.2 Slipway 
Slipway method is the modified method of beaching. The major differences is on the 
tidal range side. Usually the yards using this method does not have high tidal range, 
and the intertidal zone is predictable and easier to control pollution. Predictable tide 
makes it easier for the containment plan (Choi et al., 2015). For this method, the yard 
build the concrete slipway that extending to the sea for the breaking facility. The 
dismantling method is the same with beaching method, the ship is stranded both at sea 
and on land (on the slipway). The dismantling process begins from the bow which is 
on land area using mobile crane, then ship will be dragged to the shore as it becomes 
lighter to continue the dismantling process further. The example of yards using this 
method are Aliaga in Turkey, Inverkeithing in UK, Gardet & De France, and some 
yards in EU area (Lloyds Register, 2011; EC, 2019).  
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Figure 1-2. The dismantling process using slipway method in Aliaga, Turkey. 
Retrieved from MoD of UK, 2007 
Figure 1-2 is the example of the dismantling process of HMS Illustrious in Aliaga 
Turkey, which utilize  the slipway method.  
1.5.1.3 Top-down approach/ alongside 
Alongside method is method which dismantling a ship from top to bottom. The ship is 
being moored or secured to the side of the dock (quayside or abandoned wharf), and 
dismantle process using crane will start from superstructures and upper pieces then 
going down until bottom plate is left (Figure 1-3). Using this method needs additional 
calculation for ballast to balance the ship during dismantling process and involved 
lifting process.  
The negative impact of the method is the high possibility of local pollution because 
there is no tide to disperse the polluted water. This problem can be tackled with a good 
monitoring and containment process, including the cleaning procedure of the dock. 




Figure 1-3. Alongside method. Copied from Robin Townsend for LR, 2011) 
1.5.1.4 Drydock 
Drydock is considered the cleanest and safest method of ship recycling process 
(Lloyds, 2011). The ship is put on the drydock to be dismantled piece by piece as seen 
in Figure 1-4. The possibility of creating pollution to the environment, whether it is 
local or outside the dock is relatively zero because after the ship recycling process is 
completed, the dock or yard will be cleaned for the next recycling activity. Taking into 
account that the waste management and disposal of any hazardous materials is treated 
accordingly. Furthermore, with the drydock method, containment can be made easily. 
In terms of economics, compared with the other method, this drydock method is the 
most expensive ones (Lee, 2012; Kusumaningdyah, 2013; Rahman, 2017). The 
example of recycling yard using this method is Leavesley International in Liverpool, 




Figure 1-4. Drydock method to dismantle the ship in Vallejo, California. Retrieved 
from https://www.eastbaytimes.com) 
1.5.2 Development of Global Ship Recycling 
Through the years, numbers of vessel which reach its service life or need to be recycled 
is changing. The total numbers of ship scrapping volume from 2014 to 2018 are as 
shown in Figure 1-5. 
 
Figure 1-5. The ships recycling volume, all types of ships included in the 






















The average number of ships being recycled each year is 847 ships with gross tonnage 
of 23,34 millions (Shipbreaking Platform, 2017). From Figure 1-5, it can be seen that 
the total number of ships recycled worldwide is decreasing significantly in 2015 from 
1025 to 768 ships, but on the contrary in terms of GT, it increased from 22.43 millions 
to 23.34 millions. It implies that the size of ships being recycled in 2015 is bigger than 
in 2016. According to Shipbreaking Platform (2016), most ships scrapped in 2016 
were bulk carriers, general cargoes, and container ships. This condition might be 
influenced by the merchant trading at that time, which most shipping segment was 
suffered low level of freight rate except for tankers (UNCTAD, 2016). It shows that 
world freight rates is one of the factors which affects ship recycling condition. 
 
Figure 1-6. Main shipbreaking destinations in 2017. Reproduced from Shipbreaking 
Platform Annual Report, 2017. 
In 2017, calculated for 65% of the total number of ships being recycled globally is 
conducted in South Asian countries, 16% in Turkey, and 12% in China as seen in 
Figure 1-6. 
1.5.3 Why Ship Recycling Needs to be Regulated 
The process of breaking the ships is a complex and hazardous work (Helfre, 2013). It 
is often includes the different areas of responsibilities and has adverse effects to the 
















risks of damaging the environment, and the exploitation of child labour if it is not 
regulated and implemented properly (Shipbreaking Platform, 2019).  
Environmental Impact. Ship’s construction often contains of hazardous material 
such as: asbestos, which usually can be found in machinery space or engine room as 
the thermal insulation and fire resistant properties; heavy metals; mineral oil; and 
substances contained in the paint and anti-fouling for ship’s hull (Du et al., 2018). 
Although the use of asbestos is already restricted, even close to ban to be used as ship’s 
construction as stipulated in SOLAS Chapter II-1, but for old ship, asbestos-contained-
structures still can be found (Qayum and Zu, 2018). If the recycling activity is not 
conducted properly and not regulated properly, the contamination of those hazardous 
materials to the land or air or water will bring harm to the environment. Also, when 
recycling a ship, it is possible that there is remaining oil residue from the cargo hold 
or from the fuel oil tank. If no measures related to the recycling procedure is made, the 
spillage of oil could happen, or worse, chemical reaction between the torch cutting and 
remaining gas in the fuel oil tank or other tank could happen and create explosion 
which will not only harm the environment, but also resulted in loss of human lives. 
Harming the sea will also create another problem, for example to the fishing sector 
and it will also disrupt the biodiversity around the ship breaking yard. 
Other impact related to ship breaking activities is from the social impacts: health and 
safety, and labour rights (Mishra, 2018). Workers in ship breaking yards are exposed 
to various types of danger: hazardous material that can impair their health, the 
possibility of heavy material falling and hit the workers, and injuries or fatal accident 
from the explosions. The easy example is asbestos. This material usually placed 
between ship’s plates. When the plates is broken, the asbestos material will be 
extracted into fine fibres. This fine fibre can be suspended for a long time in an open 
air. Workers in ship breaking industry who inhale this substances can be exposed to 
fatal diseases such as lung cancer and asbestosis (Puntoni et al., 2001; Krstev et al., 
2007; Beckett, 2007; Wu et al., 2013; Wu et al., 2015). According to research by 
Muralidhar et al. (2017), 35% of workers in Bangladesh is suffered from asbestosis 
which significantly associated with ship breaking activity. Additionally, social impact 
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from ship breaking activity is the violation to the labour rights. The workers in the ship 
breaking yards often work without proper personal protection equipment, they have 
limited or even no access to the health treatment, and also the use of child labour 
(Shahnawaz, 2017). 
Improper working conditions often resulted in a catastrophe of the loss of human lives. 
The example of the accident happen in ship breaking yard is the huge explosion happen 
on 1st November 2016 in Gadani ship breaking yard, Pakistan. The accident occurred 
because of  the explosion of an oil tanker which ended up killing 29 workers and 
caused burn injuries to 40 other workers (IndustriAll Global Union, 2018). Not only 
that, several accidents which resulted in the loss of human lives happened again in 
Gadani, one worker died on 8 January 2017 after fell from a ship, followed by fire 
accident onboard of a LPG gas container ship which killed five workers only one day 
after. Another incident happened when breaking ship named Mistral on 2nd November 
2018 where five workers were injured. In Chittagong, Bangladesh, 29 workers 
suffered from severe injuries in 2016. In Alang, India, two workers lost their lives. 
Since ship breaking is an internationally controversial topic, it is not uncommon that 
sometimes the accident happened in the ship breaking yard are covered from the media 
(Shipbreaking Platform, 2016). Because of the issues and the complexity in ship 
recycling practice, adequate regulation needs to be in place to manage a safe and 
environmentally sound ship recycling activities which not only protect the 










Chapter 2 - The International Legal Instrument on Ship 
Recycling Practice 
Historically, the international legal framework governing ship breaking practice was 
initiated by the Basel Convention on the Control of Transboundary Movements of 
Hazardous Wastes and their Disposal (will be mentioned as the Basel Convention 
onwards) in 1989. Later on, in 1999 the 1st Global Ship Scrapping Summit was held 
in Amsterdam. This indicated that issues in ship recycling was already being 
recognized. August 2001, the Industry Code of Practice on Ship Recycling was created 
by an Industry Working Group on Ship Recycling led by the International Chamber of 
Shipping (ICS). This was the first practical guide on ship recycling practice which later 
created the concept of ‘Inventory of Hazardous Material’ or called ‘Green Passport’ at 
that time. In 2004, at the 7th meeting of the Conference of the Parties (COP) to the 
Basel Convention held in Geneva, the parties agree that “ship may become waste under 
the Basel Convention but may be defined as a ship under international rules” (BC 
VII/26), and urge the International Maritime Organization (IMO) to develop  
mandatory requirements for environmentally sound ship recycling which can be 
applied globally.  
Realizing the dangerous conditions of ship recycling activities for workers, the 
International Labour Organization (ILO) published ‘Safety & Health in Shipbreaking: 
Guidelines for Asian Countries and Turkey’ in 2004. The issues in shipbreaking is 
taken seriously with the adoption of the Hong Kong International Convention for the 
Safe and Environmentally Sound Recycling of Ship in the 59th of the Marine 
Environment Protection Committee (MEPC) session 2009 which was attended by 63 
countries of delegates. Under the Hong Kong Convention, IMO published 4 guidelines 
to assist Member State in implementing the Convention (HK Convention).  
In regional approach, European Union already took part in the ship recycling world 
with the Waste Shipment Regulation in 2006 as the implementation of the Basel 
Convention for the EU member states. Further regulation related to ship recycling is 
the development of the EU Ship Recycling Regulation in 2013. The details analysis of 
the Basel Convention, ILO Guidelines, the Hong Kong Convention together with its 
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guidelines, and the European approach in regulation ship recycling practices is 
explained in sub chapter 2.1 - 2.4. 
2.1 The Basel Convention on the Control of Transboundary Movements of 
the Hazardous Wastes and their Disposal (Adopted 22 March 1989) 
The Basel Convention of UNEP (United Nations Environment Programme) is the key 
legal instrument regulating the control of transboundary movement and disposal of 
hazardous wastes from more developed countries, especially 36 OECD countries, to 
developing countries or less developed countries. This Convention was entered into 
force three years after adoption, 5th of May 1992. The role of the Basel Convention is 
to protect human health and the environment against the detrimental effect which may 
result from hazardous wastes. 
2.1.1 The main objectives of the Basel Convention are: 
1. To minimize the generation of waste in the country of export (Article 4(2)(a)); 
2. To ensure that the parties to the Convention provide adequate disposal facilities and 
ensure that the waste is managed and is disposed in an environmentally sound 
management (ESM) way to minimize the consequences to human health and to the 
environment, if any (Article 4(2)(b) and (c)); 
3. To minimize the transboundary movement of wastes and promote the 
environmentally sound effective management in conducting the movement of 
hazardous waste (Article 4(2)(d); and 
4. The establishment of new regional agreement for the movement of wastes provide 
that the movements is conducted in an environmentally sound manner as stipulated 
in the Basel Convention (Moen, 2008). 
Since the Basel Convention is only regulating the transboundary movement of 
hazardous wastes, rather than prohibit it, in 1995 the coalition of some developing 
countries from Western and Eastern Europe, and Greenpeace, concerns about the 
management of imported hazardous wastes in less developed countries whether 
comply with ESM or not,  has successfully passed the amendment to the Basel 
Convention by consensus which known by Ban Amendment (Basel Action Network, 
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2015). This Ban Amendment, which will prohibit the export of hazardous waste from 
more developed countries listed in Annex VII of the Basel Convention to less 
developed countries (non-Annex VII Parties), has not entered into force yet. 
2.1.2 Key Features 
The Basel Convention strictly control the transboundary movement through the 
establishment of a procedure of prior informed consent (PIC). The PIC procedure is as 
seen in Figure 2-1. 
 
Figure 2-1. Prior informed consent (PIC) procedure of the Basel Convention. Copied 
from CIEL (2011). 
The procedure established by the Basel Convention are as follows: 
1. The exporter and disposer agreed on a specific contract together with the 
specification of ESM used to dispose the wastes; 
2. The prior notification of the transboundary transport of wastes shall be sent to all 
States concerned. This notification is sent by the state of export or the generator or 
the party who arrange the expedition; 
3. The States concerned shall give written response to the notification whether (1) 
consent to the transport; (2) deny the transport; or (3) request additional 
information; 
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4. Upon the receipt of consent, the exporting State permits the movement of wastes 
with conditions: 
a. exporting State has received all the written confirmation of the PIC from all the 
concerned States (including transit State(s) if any); 
b. there is proof of the written contract existence between the exporter and the 
destination plant which specify the management of the waste will be conducted 
in an environmentally sound manner; 
c. There is proof that the exporting state lack of technical capacity and facilities to 
manage the disposal of  the wastes in an environmentally sound manner and 
efficiently; and 
d. There is a proof that the importing State is need the raw material resulting from 
the disposal of the wastes. 
5. The movement shall be prohibited by the exporting State if any of the conditions 
mentioned in (4) is lacking or there is a suspicion that wastes will not be disposed 
in an environmentally sound manner. 
Even though the  Convention clearly mention the procedure of transboundary transfer, 
there are still challenge in the effective implementation. The problem occurs when 
there is lack of information from State of Export related to hazardous waste of they 
just intentionally export hazardous waste as second-hand appliances. To avoid the 
procedure, State of Export can just define the material as second hand refrigerator or 
other second-hand appliances, which in fact, maybe after  2 or 3 months it become 
waste.  
2.1.3 Basel Convention and Ship Recycling 
Since shipping is an international activity and to recycle a ship usually involved its 
transportation to the ship recycling country, that is where Basel Convention is applied. 
In fact, this application is quite difficult considering in the provision of the Basel 
Convention does not specifically mention a ship to be categorized as a waste. To 
discuss further about this issue, Basel Convention together with the International 
Maritime Organization formed a joint working group discussion in 1999, which further 
discussed the issue in the COP 6 and resulted in the publication of the “Technical 
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Guidelines on the Environmentally Sound Management of the Full and Partial 
Dismantling of Ships” known as Basel Technical Guidelines in 2013 (Puthucherril, 
2010; Lee, 2012). (Shahnawaz, 2017) In 2004, the 7th COP to the Basel Convention 
made the decision to that ship intended for recycling may become waste as mentioned 
in Article 2 of the Convention, “Wastes are substances or objects which are disposed 
of or are intended to be disposed of or are required to be disposed of by the provisions 
of national law”. At the same time, Decision VII/26 of the Basel COP (2004) even-
though ship may become waste, “... at the same time it may be defined as a ship under 
other international rules.” 
2.1.4 Basel Technical Guidelines 
The Guidelines are intended to assist the State in achieving the  environmentally sound 
management (ESM) of ship dismantling process when establishing facilities for ship 
dismantling. It consists of procedures, processes, and practices which must be taken in 
order to attain ESM. in addition, the guidelines also provide advice on how to monitor 
and verify the environmental performance in ship dismantling facility. It specified 
three phases for ship dismantling activity which covers the preparation of the ship, 
management plan for the environment, and  the minimum requirements for a ship 
dismantling facilities. 
2.1.5 Limitations of the Basel Convention 
Limitations from the Basel Convention related to ship recycling are: 
1. Issue in determining when the ship will be categorized as a waste 
Although the decision on the 7th COP to the Basel Convention meeting stated that 
ship may become a waste, the issue arises of the exact time when to determine the 
ship as a waste. As specified by the Basel Convention, ship will become waste 
when it is (a) disposed of; (b)intended to be disposed of; (c) required to be 
disposed of. When applying that general definition, once ship is intended to be 
disposed of, it becomes waste. The problem here is how to identify the intention 
to dispose ship. Basel Action Network and Greenpeace International (2002) argue 
that in order to verify the intention to dispose ship, it can be done by signing a 
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contract; through a communications via emails, telex, phone-call, or fax, or 
preparatory actions between ship owner and third parties. Though it is likely will 
not be easy since all the communications are usually confidential. 
Nonetheless, another issue is usually in their last voyage for recycling, ship still 
carry a cargo on and heading to ship recycling country. Ship owner most likely 
will not voluntary report the intention to dismantle their ship to avoid the 
responsibility related to PIC as required by the Basel Convention, they can just 
argue that the intention to recycle occurred before the ships arrive in the 
destination country (Moncayo, 2016).  
Issue related to the area of responsibility.  
It is the responsibility of the state of export to notify the state of import related to 
the transboundary movement of hazardous wastes, in this regards is ship; and also 
to ensure that the disposal of waste is conducted in accordance with ESM 
(environmentally sound management). Related to the issue is difficulties to 
indicate the exact time when the intention to dismantle ship occurs, hence it is also 
difficult to determine who will be the state of export. State of export definition in 
the Basel Convention is “Party from which a transboundary movement of 
hazardous wastes or other wastes is planned to be initiated or is initiated”. The 
state of export may be the State of the last port of call of the ship, or the State 
where the intention to recycling occurs. In addition, the ship owner as the 
generator of waste could be also considered as the one who is responsible for the 
export state (CIEL, 2011). Other than that, the use of Flag of Convenience (FoC) 
which usually has weak enforcement power and has not ratified the Convention is 
a widespread practice for ship owners. Ship owners can simply flagged out from 
their flag to a FoC to circumvent the requirements (Shipbreaking Platform, 2015). 
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2.2 The International Labour Organization Guidelines – Safety and health 
in shipbreaking: Guidelines for Asian countries and Turkey 
As dangerous an occupation could be, shipbreaking has been declared by ILO as “the 
most dangerous occupations in the world”. Hence, at its 289th session, ILO issued a 
set of criteria to guide ship-breaking countries in Asia and Turkey related to the 
occupational safety and health for workers (Qayum and Zhu et, 2016). The “Safety 
and Health in Shipbreaking: Guidelines for Asian Countries and Turkey” are intended 
to be used by the parties who are responsible for OSH, for example the government 
authorities, employers involved in shipbreaking activities,  and industry associations. 
2.2.1 The main objectives of this guideline are: 
1. To contribute in the protection of workers in the shipbreaking industry; control and 
minimize the injuries and diseases caused in the workplace, incidents, and ill health; 
assist and facilitate the improvement of occupational safety and health (OSH) 
issues; 
2. To assist the establishment of OSH system nationally: the policy, duties and 
responsibilities of respected authorities, and management system which the goal is 
to improve the working conditions in the shipbreaking industry. 
The Guidelines set recommended action that needs to be taken by authorities in 
developing a policy related to occupational safety and health for workers in 
shipbreaking industry and how to give effect to the policy. Other than that, the 
guidelines also assist the duties and responsibility of all parties involved in the 
shipbreaking industry, including employers, suppliers, designers, contractors, also 
duties and rights of workers (Shahnawaz, 2017). Guidance on how to make a report, 
record, and notification when work-related injuries, disease, ill-health, and incidents 
happened is also stipulated. Management of hazardous substances and how to prevent 
accidents related to hazardous material with emphasize on training program for the 




2.2.2 The limitation of the Guidelines 
Even-though ILO produces this set of guidelines for the protection of the worker in 
shipbreaking industry, this guidelines cannot guarantee the protection of workers 
completely. As guidelines is only recommendatory, it cannot legally bind a State. 
Accordingly, what is applicable inside the yard is the common occupational safety and 
health (OSH) framework and ILO conventions adopted by the country .  
 
2.3 The Hong Kong International Convention for the Safe and 
Environmentally Sound Recycling of Ship (Adopted 15 May 2009) 
As previously discussed in 2.1, to apply the Basel Convention on ship recycling 
activities is often creates uncertainty because ships are not clearly defined as hazardous 
waste under the Convention (Moen, 2008). Because of the gaps existing in the Basel 
Convention, the IMO through the Marine Environment Protection Committee (MEPC) 
adopted the Hong Kong Convention for the Safe and Environmentally Sound 
Recycling of Ship with the intention to provide a “legally binding instrument 
governing ship recycling activity and can be applicable globally international shipping 
including the regulation for recycling facilities” (Bhattacharjee, 2009). This 
Convention was adopted at the 59th session of MEPC held from 11 until 15 May 2009 
in Hong Kong attended by delegates from 63 countries, after three and a half years of 
joint work between the Parties to the Basel Convention, the IMO, and the ILO. The 
Hong Kong Convention can be viewed as an instrument to solidify the international 
legal framework of the existing regulation related to ship recycling. Not only 
regulating the recycling stage of ships, the Hong Kong Convention adopt ‘from the 
cradle to the grave’ approach, which provide enforcement and control system for a 
lifetime of ships, starting from design, construction, operation, and the recycling time 
(Jefferies, 2018). Although has been 10 years since the adoption of this convention, 




2.3.1 The main objectives of the Hong Kong Convention are: 
1. To prevent and reduce minimize and eliminate to the extent practicable the 
accidents, injuries, and other severe effects of ship recycling activity to human 
health and to the environment (Article 1(1)); 
2. To enhance the safety of ships and to protect human health and the environment 
throughout the ship’s operation life; 
3. To encourage the development of technology in the Ship Recycling area to support 
a safe and environmentally sound practice of ship recycling (Article 1(4). 
This Convention is applied to a seagoing ship of 500 gross tonnage (GT) and above 
and to a Ship Recycling Facility (SRF) under the jurisdiction of the Contracting 
Parties. Although this Convention is not applicable for war ship, naval auxiliary, other 
“ship owned by Party for the government non-commercial service, and seagoing ships 
under 500 GT, also all ships sails only in the area under the jurisdiction of a State 
(domestic vessels), but the Convention encourage the Contracting Parties to adopt 
appropriate measures  in which consistent with the objectives of this Convention, “so 
far as is reasonable and practicable” (HK Convention, Article 3(3)). 
2.3.2 Entry Into Force 
Conditions for the Hong Kong Convention to enter into force is stipulated in Article 
17 of the Convention. The Convention will come into force 24 months after fulfilled 
three conditions (IMO, 2019): 
1. At least 15 Contracting Parties; 
2. The combination of the Contracting Parties’ merchant fleet is not less than 40% of 
the gross tonnage of the world’s merchant fleet; 
3. The annual ship recycling volume of the Contracting Parties for the last 10 years is 
not less than 3% of the gross tonnage of the combined Contracting Parties’ 
merchant fleet. 
Table 2-1 shows that in order to fulfil the second condition, the combined merchant 
fleet owned by the Contracting Parties is not less than 769.600.800 GT as of 2018. 
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This number will likely continue to grow since the trend in the last 10 years of 
merchant fleet continue to ascend. 
The last ratifying States for the Hong Kong Convention is Germany which ratified on 
July 2019. Makes Germany the 13th country after Belgium, Denmark, France, Italy, 
the Netherlands, Norway, Panama, the Republic of the Congo, Saint Kitts and Nevis, 
Turkey, Germany, Japan, the Republic of Serbia, Estonia, and Malta which represents 
approximately 29.42% of gross tonnage of the world’s merchant fleet (IMO, 2019). 
Table 2-1.  
Conditions for the Hong Kong Convention to Enter into Force 
 
Adapted from UNCTAD, 2019. 
From the countries which already ratified the Convention, Turkey is the only ship 
recycling country. But, announcement from Nitin Gadkari, India’s Shipping Minister, 
at the 30th IMO Assembly might bring light to the Convention’s entry into force. The 
Minister stated that India is on the process of preparation to ratify the Hong Kong 
Convention (Maritime Executive, 2017; Economic Times, 2019). Once India ratified 
the Convention, it will boost the third condition of the entry into force as India 
managed to recycle 25% of the world’s ship recycling industry annually (UNCTAD, 
2018). 
2.3.3 Key Features 
The Hong Kong Convention set a minimum framework to conduct a safe and 
environmentally sound manner of ship recycling activities (Hossain, 2015; Hiremath 
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et al., 2016; Di et al., 2017). There are several key features of the Hong Kong 
Convention: 
1. Control of hazardous material onboard 
The Convention specifies 4 hazardous materials listed in Appendix I that shall be 
prohibited and/or restricted its installation on board of a new ship fly the flag of the 
Contracting Party or sails under the jurisdiction of the Contracting Party (Ch.2 Part 
A. Reg. 4)  
List of hazardous material mentioned in Appendix I are: 
- Asbestos 
Asbestos usually used in the engine room or machinery space and placed 
between steel plates because of its characteristic of nonflammability, thermal 
insulation, durability, and flexibility (Joo, et al., 2019). Asbestos is a very 
dangerous substance that if humans continuously exposed to it, they can suffer 
a fatal disease. The example of asbestos-exposure diseases are asbestosis, lung 
cancer, and mesothelioma (Douglas, Van den Borre, 2019; Hilliard Ak, et al., 
1997). The use of asbestos on board the ship is also regulated under SOLAS 
1974 (The International Convention for the Safety of Life at Sea) Chapter II-1 
Regulation 3-5. SOLAS prohibited the installation of materials containing 
asbestos, except for vanes; watertight joints and linings; and supple and flexible 
thermal insulation used for temperature above 1000 deg Celcius. 
- Ozone-depleting substances 
Ozone depleting substances are substances which id released to the 
atmosphere, it can harm the ozone layer which stabilize the earth’s 
temperature.  
- Polychlorinated biphenyls (PCB) 
PCBs usually found in solid and liquid forms in equipment and material on an 
obsolete ship. It can be found on ship’s insulation, paints, decking, wires, and 
cables.  
- Anti-fouling compounds and systems 
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Substances contained in the anti-fouling used in ships is widely known to be 
harmful to the environment. The IMO also regulate this under Annex I of the 
AFS Convention. 
2. The Inventory of Hazardous Material (IHM) 
Ships shall develop the Inventory of Hazardous Material as listed in Appendices 1 
and 2 for new ships and at least Appendix 1 for existing ships. This IHM contained 
of its types, quantities, and locations, shall be maintained during operation of the 
ship and shall be verified by the Administration or Recognized Organization. 
3. Requirements for Ship Recycling Facilities (SRF) 
The Convention stipulates in Chapter 3, the requirements for ship recycling 
facilities with the intention of minimizing the risk of accidents that might threaten 
the workers’ safety and minimize the risk to the environment.  
1. Ship Recycling Facilities shall be authorized by a Competent Authority within 
the Administration 
2. Ship Recycling Facility shall establish a Ship Recycling Facility Plan and adopt 
it  
- Policy established by the ship recycling facilities which ensure the safety 
and health of workers and protection of  the environment. 
- A clear programme for workers that “provide workers with the appropriate 
information for the safe and environmentally sound operation of Ship 
Recycling Facility” (Hong Kong Convention, Reg. 18(4)) 
3. Management of Hazardous Materials 
The facilities shall have appropriate facilities to manage hazardous material, 
such as: detailed explanation of the processing facility and management of 
wastes generated from the ship recycling activity. 
4. Survey and Certification 
Stipulated in Part C of the Convention, the requirements of different survey to 
control and maintain the Inventory of Hazardous Material Certificate. Surveys to 
be conducted consists of the initial survey, the survey after changing of structure is 
made on board, the renewal survey, and the final survey before recycling. 
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5. Obligation for notification and reporting 
The Convention requires the authorized Ship Recycling Facility to report to the 
Competent Authority of the Recycling State if accidents or incidents happened 
which could impose risk to the safety and health of workers and to the environment 
(Regulation 23). Shipowner also required to give notification to the Administration 
regarding the intention to recycle ship. The Administration then will be able to 
check the conformity of the transport mechanism and waste disposal with the Hong 
Kong Convention.  
6. Inspection by Port State Control  
Ships in the port or offshore facility of the Party may be subject of the PSC 
inspection to inspect the International Certificate of Inventory of Hazardous 
Material on board, even if the ships’ flag is not the Contracting Party of the 
Convention, “no more favourable treatment’. 
In short, according to the Hong Kong Convention, the process of Ship Recycling is as 
seen in Figure 2-2. 
 
Figure 2-2. Ship recycling process according to the Hong Kong Convention. Copied 
from Otsubo for ClassNK Ship Recycling Seminar, 2014. 
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According to Figure 2-2, in order to comply with the HK Convention, the 
responsibilities of stake-holders are: 
1. Ship Recycling State 
 Authorize Ship Recycling Facilities (SRF) 
 Authorize Ship Recycling Plan made by SRF 
2. Ship Recycling Facilities 
 Development of Ship Recycling Facility Plan (SRFP) 
 Development of Ship Recycling Plan (SRP) 
 Give notification and report to the State for the start of the recycling 
activity and the completion of recycling activity 
3. Shipowners 
 Development of IHM for new and existing ships 
 Maintenance and update of IHM during operation of ships 
 Developed finalized IHM (Part I, Part II, and Part III) 
 
2.3.4 Limitations of the Hong Kong Convention 
The applicability 
The Hong Kong Convention does not apply to war ships and naval auxiliary operated 
by Government. War ships and naval ships are using weapons and material which 
contained of hazardous material, hence it is a huge source of hazardous material 
(Shahnawaz, 2017). Although war ships and naval auxiliary is part of the defence 
system of a country and fall within the sovereign right of each country, measures 
should be taken related to their recycling. The obligation of compliance for the IHM 
still shall be carried out, even though war ships and naval ships are not subject for the 
PSC inspection. At least when the ships is sent to be recycled, it has maintained IHM 
onboard. 
The possible room for violation 
The Hong Kong Convention regulate the treatment and storage of the hazardous 
materials as stipulated in Regulation 20, but it does not regulate the downstream waste 
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management (Bhattacharjee, 2009; Mishra, 2018). It creates a room for violation that 
can be used by stakeholders to escape from responsibility of conducted the recycling 
activity in an environmentally sound manner. Although this gap in downstream waste 
management can be filled if other relevant laws on waste management are in place. 
No international funds for ship recycling 
Ship recycling activity mostly conducted in developing countries, which usually lack 
in facilities and funds (CIEL, 2011). To upgrade the existing recycling facility to 
become environmentally sound manner with regard to the safety or worker will need 
additional funds. There is no provision in the Hong Kong Convention for the  special 
financial mechanism of ship recycling fund to help and assist developing countries. It 
may be the reason why it needs more that 10 years for this Convention to entered into 
force (Moen, 2008; CIEL, 2011; Shahnawaz, 2017). Though recently, the efforts in 
making ship recycling practice more environmentally sound are growing, with the 
Japan International Cooperation Agency (JICA) project in enhancing ship recycling 
yards in India and IMO’s funding for Bangladesh Ship Recycling project (JICA, 2017; 
Maritime Executive, 2017). 
There are several guidelines adopted under this Convention which are adopted to assist 
States in the implementation of the Convention. Those guidelines are as follows: 
1. Guidelines for the Development of Ship Recycling Plan (Res. MEPC 196(62)) 
which is adopted on 15 July 2011; 
2. Guidelines for Safe and Environmentally Sound Ship Recycling (Res. MEPC 
210(63)) which is adopted on 2 March 2012; 
3. Guidelines for the Authorization of Ship Recycling Facilities (Res. MEPC 211(63)) 
which is adopted 2 March 2012 
4. Guidelines for the Survey and Certification of Ships under the Hong Kong 
Convention (Res. MEPC 222(64)) which is adopted on 5 October 2012;  
5. Guidelines for the Inspection of Ships under the Hong Kong Convention (Res. 
MEPC 223(64)) which is adopted on 5 October 2012; and 
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6. Guidelines for the Development of the Inventory of the Hazardous Materials (Res. 
MEPC 269(68)) which is adopted on 15 May 2015. 
 
2.4 European Union Approach 
As of 1 January 2018, merchant fleet owned by European countries is 42% of the total 
world fleet (UNCTAD, 2018a; Clarkson Research, 2019). Because of the stringent 
regulations implemented in the EU area related to ship recycling activity, whether from 
the practice itself or from the worker’s protection which will lead to high cost,  the 
owner intend to change the flag especially before recycling is conducted. As reported 
by Shipbreaking Platform (2016), the owner of 26% of ships scrapped worldwide are 
located in the European Union, and were scrapped in South Asian ship recycling 
countries. European Union efforts in regulating ship recycling is already started since 
2006 with the establishment of the EU Waste Shipment Regulation as the enactment 
of the Basel Convention, including prohibition of transport hazardous wastes and other 
types of wastes to non-OECD countries. Realizing the difficulty of applying the Waste 
Shipment Regulation for ship recycling practice fully, in 2013 EU Members adopted 
the EU Ship Recycling Regulation.  
European Union Ship Recycling Regulation ((EU) No.1257/2013) 
The difficulty of applying Waste Shipment Regulation for ship recycling activities and 
with the strong campaign of non-governmental organization (NGO) of how dangerous 
ship recycling practice is if not regulated properly, the European Commission 
developed new legislation to regulate ship recycling practice for EU flagged ships 
which entered into force on 30 December 2013, EU Ship Recycling Regulation (EU 
SRR). Additionally, EU SRR is created in order to facilitate the early entry into force 
of the Hong Kong Convention. 
The regulation covers requirements for ships, ship recycling facilities, and reporting. 
The regulation applied for EU flagged merchant ships 500 GT and above and to ships 
visiting EU ports. The key points additional from the Hong Kong Convention is that 
this regulation requires control to any leakage intertidal zones, requirement of the 
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impermeable floors equipped with effective drainage zone to handle hazardous 
materials, requirements for waste management facilities, and that EU flagged ship can 
be recycled only on ship recycling facilities authorized by the EU, the “EU List”. 
Implications: Due to this regulation, ship recycling facility outside the EU needs to 
apply for the inclusion in the ‘EU List’. Some ship recycling yards which is not comply 
with the EU SRR may have to lose consumers, as EU flagged ships can be recycled 
only in ship recycling facilities listed in the ‘EU List’. One of ship recycling facilities 
outside of EU which received authorization and included in the list are 3 ship recycling 
facilities Aliaga, Turkey, and International Shipbreaking Limited in the United States 
of America (EC, 2019). The requirement stipulated in the EU Ship Recycling 
Regulation is also the mandatory of the International Certificate of Inventory of 
Hazardous Materials onboard the ships on the jurisdiction of EU area. This 
requirement will impact the third-country flagged ships that call on port of an EU 
member state area. 
 
2.5 Summary 
This chapter mentioned the international legal instrument related to the development 
of ship recycling practice, historically. The analysis of the main objectives, key 
features, and limitations of each convention is presented. Additionally, regional 
approach in regulating ship recycling practice also explained in the last part of the 
chapter, in this case is the European Union Ship Recycling Regulation. The analysis 
starts with the Basel Convention which regulate the transboundary movement of 
wastes, including ships. The Basel Convention introduce a prior informed consent 
(PIC) for the movement of hazardous materials. Technical guidelines under the Basel 
Convention introduces the environmentally sound way to recycle a ship. Issue of the 
implementation arises when there is difficulty to determine when the ship is intended 
to be recycled. This brings another issue related to which country will be responsible 
as the exporting country, which later will bring the industry to the establishment of the 
Hong Kong Convention. Focusing on the welfare of workers, the ILO realized the need 
to urgently regulate the occupational safety and health for workers in ship recycling 
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industry. The ILO guidelines is the positive step towards a better and proper working 
condition in ship recycling yard. Ten years from the adoption, the Hong Kong 
Convention, which try to solidify all regulation in ship recycling practice to make it 
mandatory globally, still has not entered into force yet. Lack of consideration in terms 
of funding for developing countries is likely to be the cause. Fortunately, IMO project 
and developing country’s effort to enhance the practice of ship recycling is growing 
recently. In addition to the limitations, no specific minimum standard of disposal of 
hazardous material stated in the Convention is also another limitation of this 
Convention. As the Hong Kong Convention cannot regulate general waste, this 





Chapter 3 - Existing National Regulation Related to Ship 
Recycling in Indonesia 
 
Related to the ship breaking activity, the government of the Republic of Indonesia 
already ratified the Basel Convention in 1993 through the Presidential Decree Number 
61. This Convention is then enacted in the Government Regulation Number 18 Year 
1999 on Hazardous Waste Management. Meanwhile, for the ship breaking activity, 
although Indonesia has not ratified the Convention yet, the activity is already regulated 
under the Shipping Act Number 17 Year 2008 Article 241(1), which stated that the 
ship recycling activity in Indonesia shall comply with the requirements of maritime 
protection law. This statement then further regulated in the Government Regulation 
Number 21 Year 2010 regarding Maritime Environment Protection. Additionally, 
Ministerial Decree Number 19/PK/DK/2019 stated that all the ship recycling activity 
shall be conducted in an environmentally sound manner. The brief overview of present 
regulation related to the activity is explained in this chapter. 
3.1 Regulation related to Import and Export of Hazardous Waste 
As previously mentioned in the introduction of Chapter 3, the enactment of the Basel 
Convention into the Indonesian legislation is through the Presidential Decree Number 
61 Year 1993. Following this, Indonesia also ratifies the Ban Amendment through the 
Presidential Decree Number 47 Year 2005. The Basel Convention in Indonesia is 
implemented through several regulations: 
1. Act Number 10 Year 1995 of the Customs Policy; 
2. Act Number 23 Year 1997 which replaced with Act Number 32 Year 2009 of the 
Environmental Protection and Management 
3. Government Regulation Number 18 Year 1999 on Hazardous Waste Management 
which has been amended to Government Regulation Number 85 Year 1999; 
4. Ministerial Decree (Ministry of Industry) Number 520/MPP/Kep/8/2003 regarding 
the prohibition of import of hazardous waste; and 
5. Government Regulation Number 101 Year 2014 regarding hazardous waste 
management 
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Stipulated in the Government Regulation Number 18/1999 Article 53 regarding the 
transboundary movement of the hazardous material, that: 
 The import of hazardous materials is prohibited; 
 The notification procedure shall be followed for: (1) the transboundary movement 
of hazardous waste through Indonesia as the transit country; and (2) all the export 
activities of hazardous wastes; 
 Export of hazardous waste can be done after receiving formal written approval from 
the importing State and from the competent authority in Indonesia. 
 
Figure 3-1. Notification procedure for exporting hazardous waste from Indonesia. 
Made  by the Author according to information retrieved from ppid.menlhk.go.id) 
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According to the Basel Convention, each Contracting Parties shall appoint a competent 
authority and the focal point related to the implementation of the Basel Convention. In 
Indonesia, the authority is: 
1. Competent Authority  : the Ministry of Environment and Forestry 
2. Focal Point       : Directorate General of Waste and B3 Waste Management 
According to Government Regulation Number 101/2014, the export of hazardous 
material is allowed as long as the process is following the procedure of export 
notification. The export notification procedure is: first, the exporter submit the request 
of export to the competent authority in Indonesia, then after the administration request 
is validated, the focal point of Basel Convention in Indonesia will notify the focal point 
of the destination state and transit state if any. The next step is, the process of export 
can be done only after the approval notification is given by the destination and transit 
state. The exporting procedure chart can be seen in Figure 3-1.  
Government Regulation Number 101/2014 
The Government Regulation Number 101/214 was made to implement the provisions 
of Article 59(7) and Article 61(3) of Act. Number 32 Year 2009 on the Environmental  
Protection and Management. In this regulation, hazardous material is defined as 
“substances, energy and/or other components which due to their nature, concentration 
and/or amount, can directly or indirectly pollute and/or damage the environment, 
and/or endanger the environment, health, and survival of humans and other living 
creatures”. Hazardous waste defined as waste generated from a business or activity 
containing hazardous material. Stipulated in the regulation that a person who generates 
hazardous waste have the responsibility to manage the hazardous waste.  
This regulation consists of 259 articles which regulate hazardous waste, from the 
determination of hazardous waste, reduction, storage and collection of hazardous 
waste, transportation, management, processing, and disposal of hazardous waste. This 
regulation also further regulated hazardous waste through the management of 
environmental pollution and how to recover the environmental damage. Additionally, 
an emergency response system in hazardous waste management is also regulated. To 
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ensure the effective enforcement, guidance, supervision, financing, and administrative 
sanction is also mentioned in Article 252 for the violation of hazardous waste 
dumping. The examples of administrative sanction mentioned in the regulation are 
license suspension and  license revocation. 
3.2 Regulation of the Minister of Transportation Number 29 Year 2014 
Regulation of the Minister of Transportation on Maritime Environmental Pollution 
Prevention consists of 89 Articles and all related to the prevention of pollution on the 
maritime environment. Out of the 89 Articles, Article 51-56 of this Regulation are 
dedicated to the ship recycling activities. This regulation is applicable for ships of 100 
GT or above sails on Indonesian waters and ship recycling facilities which conducted 
ship recycling activity in Indonesia area. For Indonesian flagged ships engaged on 
international voyages of 500 GT and above, this regulation mentioned that those ships 
shall meet with the requirements of the international ship recycling regulations. 
3.2.1 The key features of this regulation are: 
1. Hazardous material on ships 
The regulations prohibit all ships which are subject to the regulation, from using 
harmful material which can impose risk to the health and risk of damaging the 
environment. Such hazardous material are asbestos, polychlorinated biphenyls 
(PCB), ozone-depleting substances, and anti-fouling used on ships; and for ships 
intended to be recycled shall have Inventory of Hazardous Material (IHM) on 
board. 
2. Ship Recycling Facility 
Ship Recycling Facilities located in Indonesia shall be authorized to conduct the 
ship recycling activity. The authorization will be granted by the Directorate General 
of Sea Transportation from the Ministry of Transportation. In order to receive the 
authorization, Ship Recycling Facilities have to meet the requirements set in Article 
53.  
Requirements for Ship Recycling Facility:  
  36
1. Establish a Ship Recycling Plan before conducting ship recycling activity and 
at least contains: 
a. Information of the ownership written in Bahasa or English; 
b. Information on how to enter into dangerous space, related to hot works, and 
what the type and how much is the amount of the hazardous material which 
has been identified in the inventory of hazardous materials of the ships; 
c. Potential dangers on the safety of workers that might occur on the ship 
recycling process; 
d. Ship recycling facilities. 
2. Requirements for the authorization: 
a. Establish a Ship Recycling Facility Plan, which contains at least: 
 Occupational safety and health policy, and the protection of the 
environment including the effort to minimize the impact of the ship 
recycling activities on the environment and to human health; 
 Purposes, objectives, and standards and procedures used in the ship 
recycling activities; 
 Duties and responsibilities of each personnel/ workers involved in the 
ship recycling activities; 
 Training programme in ship recycling facilities for personnel/ workers; 
 Emergency preparedness and response plan 
 A system for monitoring and progress recording of Ship Recycling 
activity; 
 A reporting system of the accidents, health problems of workers, and 
damage to the surrounding environment. 
b. Establish procedures to prevent fires, explosions, and ensure that all the 
spaces onboard the ship are in a safe-for-hot condition; 
c. Provide personal protective equipment, such as safety helmet, face and eye 
protector, safety shoes, gloves, respiratory protector, ear protector, radiation 
protector equipment, safety belt, and appropriate work clothes; 
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d. Has established management system, procedures, guidelines, and technical 
guidelines which will not adverse health and safety risk of the workers and 
prevention of pollution, minimize the environmental impact caused by ship 
recycling activity; 
e. Has waste storage and waste separator for the ship that intend to be recycled; 
f. Comply with the site inspection which leads to the safety of workers, 
protection of workers, the environment, and hazardous waste management 
from the recycled ship; 
g. Pass the document verification process and site inspection process from the 
ship safety inspection authorities. 
3. Inspection and Survey 
The inspection will be conducted by the ship safety inspector authority to verify the 
Inventory Hazardous Material, Ship Recycling Plan, and the Certificate Ready for 
Ship Recycling, before recycling.  
4. Reporting Requirements 
The regulation stipulates that the authorized Ship Recycling Facilities shall convey 
the statement of fulfilment of the ship recycling activity and report it to the 
Directorate General of Sea Transportation (Article 55) 
3.2.2 The limitation of the regulation related to ship recycling activity in 
Indonesia 
The regulation related to ship recycling activity in Indonesia is limited only in the 
general area. The detailed requirements and procedures of the certification and 
authorization are not regulated yet. Other than that, in the regulation only specified 
that Ship Recycling Facility shall have procedures for waste management, while the 
disposal of waste resulted from the ship recycling activity is not stipulated. 
Additionally,  related to occupational safety and health, there are no detailed 
regulations related to workers in the ship recycling yard. In order to comply with the 
international regulation governing ship recycling, analysis to fill the missing gaps that 
exist in the international regulation, and analysis regarding all the stakeholders 
involved, is presented in Chapter 4. 
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3.3 Summary 
National regulation related to ship recycling in Indonesia is firstly regulated through 
the Act Number 23 Year 1997 on Environmental Management as the enactment of the 
Basel Convention. Since Indonesia has ratified the Ban Amendment, even though this 
amendment has not entered into force yet, but all the import of hazardous material to 
Indonesia is banned since 2003 with the replacement of the previous Act of 
Environmental Management with Act Number 32 Year 2009. The development of 
regulations related to the environmental protection resulted in the Regulation of the 
Minister of Transportation Number 29 Year 2014, which included ship recycling 
activity in its articles. This regulation is the first base of the legal framework to create 
a safe and environmentally sound ship recycling practice in Indonesia. However, there 
are still missing gaps exist in the regulation.  
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Chapter 4 - Discussion and Analysis of the Current Ship 
Recycling Practice in Indonesia 
This chapter is the analysis of the current condition of ship recycling practice in 
Indonesia and the stakeholders involved. Data related to the Indonesian national fleet 
is presented first as well as the export condition to assess the impact of international 
regulation and its impact on Indonesian fleet and trade condition. The purpose of this 
chapter is to describe and analyze the current practice of ship recycling in Indonesia, 
the implementation of the regulation, and the analysis of stakeholders and their role in 
the practice. The compliance of the national regulation to the Hong Kong Convention 
will be analysed, and lastly, SWOT analysis of the practice will be carried out to find 
the missing gaps and possible improvement for the safe and environmentally sound 
ship recycling in Indonesia. 
4.1 Current Implementation of Ship Recycling Practice in Indonesia 
Indonesia is an archipelagic country which consists of 16.057 islands (BPS, 2017). 
Vessels registered as Indonesia’s flagged until July 2019 is 81.555 ships of 46.399.667 
GT, consist of passenger ships, fishing vessels, and cargo ships of all size. The 
distribution of ships of 100GT and above is presented in Figure 4-1 (Ministry of 
Transportation, 2019). 
 



















There are totals 250 yards in Indonesia with shipbuilding capacity 65.820 GT 
(Clarksons, 2017). As previously mentioned in Chapter I, there are 3 locations of ship 
recycling yard in Indonesia. From the western part of Indonesia as seen in Figure 4-2, 
first is located in Tanjung Uncang Batam, near Singapore; second is located in 
Cilincing, North Jakarta; and third is in Kamal, Madura Island (Sunaryo and Pahalatua, 
2015; Akriananta and Suastika, 2017; Fariya, 2017). Brief information about these 
three yards is presented below. 
 
Figure 4-2. Locations of ship recycling yard in Indonesia. Adapted from Google. 
4.1.1 Ship Recycling Yard Tanjung Uncang, Batam 
Ship recycling practice in Tanjung Uncang is mostly for ship’s type barge (Batamitra, 
2019). Barge does not have its own mechanical propulsion; hence it will be excluded 
from the Hong Kong Convention. However, barge is included in the national 
regulation, as stated in the definition under the Regulation of the Minister of 
Transportation PM 29 Year 2014 Article 1(6), ships are: 
“ water vehicles of certain shapes and types that are driven by wind power, 
…, pulled or tugged, …, as well as floating devices and floating platforms 
that do not move” 
This means that the recycling process of barges has to comply with PM 29/2014. 
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Figure 4-3. Ship recycling yard condition in Tanjung Uncang, Batam. Author, 2019. 
The existing condition of ship recycling yard in Tanjung Uncang, Batam can be seen 
from Figure 4-3. From the figure can be seen that the condition of the ship recycling 
yard is far from the proper condition. The yard itself has not fulfilled the criteria stated 
in PM 29/2014, from the management of hazardous material to the environmentally 
sound practice criteria. 
Batam is located in a strategic area, less than 30 km south of Singapore, which is in 
the middle of the international flow trade from Europe, Australia, Asia, and the United 
States. Indonesia and Singapore, together with Malaysia, formed IMS-GT, regional 
economic cooperation on industry, tourism, and trade sector (Leyn, 2018). This 
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cooperation can be base cooperation for further ship recycling yard development in 
Tanjung Uncang, Batam. 
4.1.2 Ship Recycling Yard Cilincing, North Jakarta 
This yard is located in North Jakarta. From Figure 4-4 can be seen that the worker is 
not wearing proper personal protective equipment. The yard condition is also not 
clean. No segregation is found between primary material sorting, cutting area, or 
between hazardous materials area (Fariya, 2017). From the picture can be seen that no 
impermeable floor is found in the yard area. Ships are put on the shoreline to be 
recycled. 
 





4.1.3 Ship Recycling Yard Tanjung Jati Kamal, Madura 
Ship recycling yards in Tanjung Jati Kamal belong to smelter company, and some also 
belong to individuals (Akriananta and Suastika, 2017). The exact number of the yard 
is unknown. Condition of the yards can be seen from Figure 4-5. From the observation, 
there is no special area for the ship recycling activity; the cutting of ships is done on 
the coast. No special treatment for the wastes generated from the activity, the worker 
only make sure that fuel oil tank is emptied or flammable materials are treated before 
cutting activity. After cutting, plates are directly transported to a buyer or smelter 
company (Fariya, 2016). 
 
Figure 4-5. Ship recycling yard condition in Tanjung Jati, Kamal, Madura. Author, 
2019 
4.1.4 Actual Condition 
According to information gathered from the Ministry of Transportation (2019), 
Directorate General of Sea Transportation only issued 4 IHM certificate for ships, and 
no authorization is given to any ship recycling yard. All of the ship recycling yards are 
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not entirely illegally operated, but for example, ship recycling yard in Madura, they 
got the business permit from the local Government only (Fariya, 2017). In Indonesia, 
for the ship building yard, in order to legally conduct its business, each ship building 
yard has to obtain 3 different permits from 3 different authorities: yard industry permit 
obtained from the Ministry of Industry; permit for using water area for industry from 
the Province Government; and ship’s trading permit form the Ministry of Trading. 
4.1.5 Stakeholder in Ship Recycling Practice in Indonesia and Their Role 
Below is briefly presented the role of main stakeholders involved in ship recycling 
activity. Knowing the role of stakeholders will help in analysing their impact to the 
industry and the impact of the development of new regulation to them, as stakeholders 
are the main actors in the industry. 
1. Shipowners 
Shipowners will be the first actor who will play an active role in the ship recycling 
activity (Shahnawaz, 2017). As mentioned in Chapter 2 and Chapter 3, ship owners 
have the responsibility to develop IHM for their ships. The requirement to provide 
IHM will impact the shipowners because to develop IHM needs cost. Indonesia 
has an official organization called Indonesian National Shipowner’s Association 
which the only shipping organization in Indonesia that recognized by the 
Government. The members consist of all the shipping companies and shipping 
industry companies which have an operational permit issued by the Minister of 
Transportation. In 2017, active members of the organization were 1.490 companies 
(INSA, 2019). The existence of the organization can help the Government in the 
coordination between actors in the industry. 
2. Classification Societies 
Classification Societies play a crucial role in the realization process of 
environmentally sound ship recycling because Classification Society as a 
recognized organization will be the one who does the execution work in ensuring 
that either ship recycling yard or the ship itself complies with ship recycling 
regulation. One of the classification societies who play actively in the area is 
ClassNK Japan. To date, ClassNK has issued 33 SoC for Ship Recycling Facilities: 
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30 India, 2 Turkey, and 1 China (ClassNK, 2019). Not only that, but classification 
societies also provide service related to the establishment of SDoC, MD, and IHM. 
Indonesia has its classification society named Biro Klasifikasi Indonesia (BKI).  
In 2013, Minister of Transportation issued Regulation No. 7, which stated that all 
ships operating in Indonesian water shall be registered in BKI. This regulation then 
changed in 2014 with Regulation of Minister of Transportation No. 61 which 
mentioned all ships operating in Indonesian waters shall be registered in national 
classification society or other classification societies which is a member of IACS 
(International Association of Classification Societies) and have a branch office in 
Indonesia and employ Indonesian surveyor. BKI got authorization from DGST 
through cooperation agreement number HK.201/3/8/DJPL/2019 which authorize 
BKI to do survey and certification on all Indonesia’s flagged ship of 500GT and 
upwards on behalf of the Government of Republic Indonesia for SOLAS 1974 
Convention, Protocol 88, and all its mandatory instrument (full authorization); 
MARPOL 73/78 Convention; AFS Convention; BWM Convention; and ILLC 
1966 and Protocol 88 (BKI, 2019). It can be said that BKI is the main classification 
society in Indonesia.  
Figure 4-6 shows that 1739 Indonesia’s flagged ships (3,917,461 GT) has been 
operated for 25 years or more in 2019. It means that all of these ships will need to 
be recycled in the near future. Related to ship recycling practice, since 2017 BKI 
has provided service for developing IHM for new and existing ships. As for the 
ship recycling facility, BKI has not provided the service yet. 
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Figure 4-6. Total ships registered in BKI until September 2019. Adapted from 
BKI, 2019. 
 
3. Ship Recycling Yard Owner 
Ship recycling yard owner will be the one who gets the heaviest impact, as in 
Indonesia all the ship recycling yards need improvement in order to comply with 
the national regulation. Ship recycling yard owner has the responsibility to convert 
the yard to the ‘ideal’ shape at least comply with PM 29/2014 or further comply 
with the provision of the Hong Kong Convention. Additionally, ship recycling yard 
owner also responsible for the process and control of the recycling activity 
(Shahnawaz, 2017).  
 
4.1.6 Responsibility of Authorities for Ship Recycling Practice in Indonesia 
1. Ministry of Transportation 
Directorate General of Sea Transportation (DGST) under the Ministry of 
Transportation is responsible for the implementation of policy related to sea 
transportation. For ship recycling activity in Indonesia, DGST is responsible for 
authorization of ship recycling facility (PM 29/2014). 
2. Ministry of Industry 
Directorate General of Steel, Machinery, Transportation, and Electronics Industry 
(ILMATE) under the Ministry of Industry is in charge of the establishment of 
policy and its implementation related to deepening and strengthening of industrial 
International 500 GT and above
Domestic 100 GT and above
Number GT Number GT
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structure, enhancing competitiveness, developing the business climate, promoting 
industry and service industries, industry standardization, industrial technology, 
developing strategic industries and green industries, as well as increasing the use 
of domestic products in the metal industry, machinery industry, transportation 
equipment industry and maritime and electronics and telematics industries. In ship 
recycling practice, ILMATE is the one who responsible for the scrapped steel 
industry, and the recycling of equipment. 
3. Ministry of Environment and Forestry 
Ministry of Environment and Forestry is the one responsible for waste 
management, including the waste management permit procedure and procedure for 
waste disposal.  
4. Ministry of Manpower 
Under the Ministry of Manpower, Directorate General of Industrial Relations 
Development and Worker’s Social Security is in charge of the training of workers 
and make sure the welfare of workers, including wages. 
All of the ministries related to ship recycling activity in Indonesia does not have 
special regulation related to ship recycling activity, except the Ministry of 
Transportation. For the establishment of harmony system between ministries in 
regulating ship recycling activity, joint group discussion is needed to avoid any 
overlapping of responsibility and authorities. 
4.2 National Regulation Compliance with the Hong Kong Convention 
The comparison between the requirements of the Hong Kong Convention and national 
regulation is presented in Table 4-1. All the requirements from the Hong Kong 
Convention are written, and if the provision is already stated in the national regulation, 
it is also written in column (5). Column (3) and (4) are the provision from the Hong 
Kong Convention together with the reference article, column (6) is the present 
condition in Indonesia, and column (7) is the reference from the national regulation 
written in column (5). The red cells indicated the missing gap or the missing 
requirements for the compliance to the Convention. The missing requirements will be 
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discussed. From the table 4-1 and from how the existing regulation is implemented in 
Indonesia, it can be said that the urgent matter related to ship recycling activity in 
Indonesia is the ship recycling facility and the readiness of shipowners in providing 
IHM on board the ships to comply with the regulations. 
4.2.1 Inventory of Hazardous Material  
Inventory of hazardous material is the list of hazardous material used in the ship, 
whether it is contained in the ship’s structure or in the equipment installed onboard the 
ship. PM 29/2014 already mention the provision related hazardous material but only 
for the ships that intended to be recycled. There are no requirements for a new or 
existing ship. Hong Kong Convention has adopted the ‘cradle to grave’ concept, which 
regulates the recycling of ship right from the design phase with the intention of 
addressing all safety and environmental aspects in ship recycling. It is essential to 
regulate IHM as early stage as possible because it will be easier for the shipowner in 
developing IHM when the ship is built in the shipyard. The development of the 
Inventory of Hazardous material can be made with  help from the Material Declaration 
(MD) and Supplier. 
Declaration of Conformity (SDoC) from the suppliers of shipbuilding yard which 
contain the information of hazardous substance on the ship’s materials. While for the 
existing ship, especially prior to recycling, it is not easy to trace back the material 
contained in the ship’s structure when the age of the ship is at least 25 years. The 
supplier might not exist anymore since the documentation process sometimes 
involving all shipyard’s suppliers supply chain, and there is also a risk in missing the 
documentation when the ship has been modified or repaired before. The Guidelines on 
the Development of Inventory of Hazardous Materials recommend the sampling 
method for the existing ship. Even for sampling method, although there are examples 
of the list of potentially contain hazardous material in the guidelines, documentation 
related to the materials and equipment on board the ship is still needed to prepare the 
indicative list for sampling. Additionally, the development of IHM for the existing 
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ship will take longer time and generate more expenses than the development of IHM 
for new ships (BKI, 2019). 
Another reason why it is necessary to add regulation that requires new ships to have 
IHM is for the preparation of the entry into force of the Hong Kong Convention. If the 
Convention is entered into force, the existence of IHM on board the ships will become 
subject of Port State Control inspection. Japan, as the third biggest export destination 
country for Indonesia merchant fleet, is already ratified the Hong Kong Convention 
(UNCTAD, 2018; IMO, 2019). This will affect the reputation of Indonesia as Flag 
State if Indonesia’s flagged ship is detained in Japan because of the absence of IHM 
onboard. To date, out of the total 14.574 passenger and container ships of 500 GT and 
above in Indonesia, only four ships received the Inventory of Hazardous Material 
Certificate from the Directorate General of Sea Transportation in Indonesia (DGST, 
2019). The urgency to inform shipowners related to the development of IHM at the 
early stage is crucial, taking into account if thousands of ships need IHM at the same 
time, the service available from the Classification Societies in Indonesia will likely be 
insufficient, which will be a hurdle for a seagoing ship. 
4.2.2 Ship Recycling Facility 
PM 29/2014 stated that authorization for ship recycling facility is given by DGST, but 
there is no regulation or guidelines related to the authorization procedure. The 
establishment of the authorization procedure can refer to the Guidelines for the 
Authorization of Ship Recycling Facility adopted by the IMO (Res. MEPC 211(63)). 
The guidelines stipulated necessary requirements that should be covered in the 
authorization process, namely: 
“verification of documentation; site inspection; audit scheme; specific 
procedural action relating to DASR (issuance, amendment, suspension, 
withdrawal, and renewal); validity of the DASR; communication of 
information; and activity monitoring scheme.” 
As mentioned before, one of the main problems in the ship recycling activity in 
Indonesia is the ship recycling facilities. As mentioned in 4.1, ship recycling yards in 
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Indonesia does not have authorization from DGST. The yards only have a business 
permit from the local regional government. It implies that there is no guarantee that 
the recycling practice is conducted in an environmentally sound manner with regards 
to the welfare of workers. This is supported by the picture documentations in 4.1. 
Regulation in place does not guarantee that the implementation would be exactly like 
what it is written on paper. The enforcement is the vital aspect that cannot be separated 
from the regulation itself. This reflects that the enforcement regime is the core of the 
effectiveness of the regulation.  
Furthermore, there is not enough power for the enforcement as there is no provision in 
the regulation related to sanction or penalty if the authorized ship recycling facility is 
no longer meets the rules or if ship recycling yards are conducting recycling activity 
without authorization. Because of the missing provision related to specific sanction or 
penalty for the unauthorized yard, it could become the room for violation. This is the 
obstacles in ensuring that the ship recycling activity is conducted in an 
environmentally sound manner because there is no control over it.  
4.2.3 Welfare and Occupational Safety and Health of Workers 
The gaps from the ship recycling facility authorization bring another gap in the welfare 
of the workers’ area. Regulation related to safety and health of worker specifically for 
ship recycling in PM 29/2014 is already stipulated, although it is implicitly described 
under Article 53(c)(3) that “all the management system, procedure, guidelines, and 
technique used in the ship recycling facility do not pose health and safety risk to the 
workers”. The provision related to what is the minimum standard of activity that poses 
a health and safety risk need to be described clearly. Other than that, the minimum 
standard of training for workers also needs to be specified. For example, workers who 
deal with asbestos will be trained about how to manage and dispose of asbestos. With 
define clearly the minimum standard, it will avoid the misunderstanding or 
misinterpretation and can help the inspector to find a clear ground for the violation if 
it happens. Initially, those gaps in regulation (PM 29/2014) could be filled with other 
regulations applicable to the workers in Indonesia. 
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For shipbuilding yard, existing national regulations related to workers which are 
applicable are presented in Table 4-2. 
 
Table 4-2.  
Regulation Related to Workers 
 
Compiled by Author, 2019 
Although on paper the regulations seem adequate, research by Asiati et al. (2015) 
resulted that there are still problems related to the welfare of workers in shipbuilding 
yard and seems likely also happen in a ship recycling yard, or even worse, as can be 
seen from Figure 4-4. The research related to workers in a shipyard is further analysed 
by Triyono (2016), which concluded that the problem is related to wages, the safety of 
workers, and the freedom of labour union. Labour union is essential as the workers’ 
advocate. Monitoring system from the Central Government is needed in order to fulfil 
workers’ right. The protection is not only from wages and OSH but also in the form of 
control and monitoring of the insurance scheme. At least, all the workers need to be 
covered by health insurance. The establishment of a self-insurance scheme for ship 
recycling’s workers is crucial. India, as one of the biggest ship recycling countries, 
already regulated the insurance scheme called Employee State Insurance (Shahnawaz, 
2017). In Indonesia, insurance for the worker is stipulated through Government 
Regulation No. 60/2015 related to the right of workers for insurance (accident, health, 
and pension) through BPJS. Full support from all the stakeholder is needed, especially 






4.2.4 Disposal of Hazardous Waste 
As both the Hong Kong Convention and PM 29/2014 does not mention the 
requirement to dispose of the hazardous waste resulted from the ship recycling activity, 
these missing gaps need to be filled by another regulation to ensure that the disposal 
of waste is done in an environmentally sound manner. This gaps could be filled with 
the implementation of the Basel Convention, which is enacted in the Government 
Regulation Number 101 Year 2014 on Hazardous Waste Management. In the 
Regulation 101/2014, clearly describe the requirement of parties generated hazardous 
waste to manage and dispose of it in an environmentally sound. 
4.3 Development of the safe and environmentally sound ship recycling 
practice 
To develop a safe and environmentally sound ship recycling practice, it involved the 
establishment of good regulation and effective enforcement, monitoring, and control 
regime. Below are several suggestions to improve the existing practice of ship 
recycling in Indonesia. 
4.3.1 Regulation 
In terms of regulation, for the initial assessment, to create a good regulation governing 
ship recycling practice can be done with identifying the missing gaps between national 
regulation that exist with the international regulation as already done in 4.2. Here are 
the proposed additional regulations that can help to fill the missing gaps: 
- IHM for new ships and existing ships; 
- Sanction for the violation of the regulations (recycling activity that 
conducted in an unauthorized ship recycling yard; authorized ship recycling 
yard that violates the regulations); 
- Enforcement, monitoring, and control regime from the Administration 
- Development of clear authorization mechanism, taking into account the 
guidelines adopted by the IMO; 
- The most important thing related to ship recycling facility, which can be 
included in the national regulation is the provision from EU Ship Recycling 
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Regulation: impermeable concrete floor and drainage system for the ship 
recycling facility. National regulation only mention that technique used in 
the recycling process shall minimize the impact to the environment, but did 
not mention specifically about impermeable floor and drainage system 
requirement; 
- A clear minimum standard for the safety and welfare of workers. 
- To create an effective implementation and for the transparency, additional 
technical guidelines are needed for the detailed procedure of the 
establishment of IHM and most importantly, the authorization of ship 
recycling facility. These guidelines will help ship owners and ship recycling 
yard to prepare and comply with the regulation. Setting a minimum practical 
standard will also help to avoid misinterpretation. 
For further  development and harmonization of  the effective regulation, focus group 
discussion involving all players in the ship recycling field are needed to understand 
the opposition and to find common ground, for example, the workers in ship recycling 
yards, the brokers or cash buyers, ship recycling yard owners, ship safety inspectors, 
ship owners, and relevant governments for a joint decision making. Additionally, 
periodical review and evaluation to the regulation and its implementation is needed to 
assess the effectivity of the regulation itself. 
4.3.2 Joint Cooperation 
To maximize the effort in developing safe and environmentally sound ship recycling 
practice, joint cooperation with other countries who have expertise and experience in 
the field is a good way. India, as one of the major ship recycling countries already has 
61 of its yards certified and obtained the statement of compliance with the Hong Kong 
Convention (Maritime Executive, 2018). Japan is one of the countries who put forward 
the awareness of how dangerous and destructive to the environment is ship recycling 
practice if it is unregulated. Through the Japan International Cooperation Agency 
(JICA), Japan cooperates with India in upgrading India’s environmental management 
for ship recycling (JICA, 2017). The willingness of JICA can be an opportunity for 
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Indonesia to work together with Japan for the development of national infrastructure 
for recycling. From the development of ship recycling facility, technical assistance to 
provide more experts in Indonesia regarding the survey and certification, and also 
training related to IHM. Cooperation with BKI for the development of IHM could also 
be an option, so that more resource is available, considering the number of ships that 
need to be recycled. Additionally, cooperation with ClassNK or other IACS member 
is also strongly encouraged to provide training from the experts. 
4.3.3 Effective Implementation (Enforcement, Monitoring, and Control) 
Proper regulation needs good implementation in order for it to be effective and 
successful. Having proper regulation does not guarantee that the practice will be like 
what is written on paper. In fact, enforcement, monitoring, and control over written 
regulation carry the same weight as the regulation itself. Therefore, effective EMC 
regime needs to be established. Some examples of effort for the effective 
implementation are: 
- Giving sanction or penalty is one of the enforcement ways. 
- Disclosure report: PM 29/2014 already mention reporting requirement for 
the ship recycling activity. Reporting is one way to control and measure the 
activity is conducted as required by the regulations. Make the report open 
to the public can also trigger transparency with outsiders and avoid 
corruption. 
- Systematically and periodically analyse the impact of the ship recycling 
activity, environmentally and socially, is one of control method to measure 
the impacts more accurately. 
4.4 SWOT Analysis 
From the regulation analysis and present condition of ship recycling in Indonesia, 
strengths, weaknesses, opportunities, and threats to the safe and environmentally 






Table 4.3.  
Summarize of SWOT for the Development of Safe and Environmentally Sound Ship 
Recycling Practice 
 
4.5 Possible challenges to the Implementation 
As ship recycling activity involves various stakeholders and affects the social, 
environmental, and also economic condition, there are possible challenges that need 
consideration. The most urgent thing to do related to the existing condition of ship 
recycling practice in Indonesia is the authorization of the existing ship recycling 
facility and the development of IHM for ships above 25 years old. 
 
4.5.1 Challenge related to Regulation 
PM 29/2014 regulated ship recycling activity generally. Although there are missing 
gaps between national regulation and international regulation, all the players in the 
field need to be included in the establishment of regulation because they are the one 
who experiences in the real world of ship recycling. Government bodies can have 
experts in every field, but for a better result, discussion with the representatives of each 
stakeholder is needed, including the workers. 
 
4.5.2 Challenge related to the Implementation 
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Regulation is already in place, ship recycling activity is already underway, but the fact 
is not as it is written on the paper. From this, the implementation of the regulation is 
in question. The first step for development is an effective implementation of the 
existing regulations. Additionally, periodical assessment to find the room for 
improvement is needed for better development. Find the right enforcement, 
monitoring, and control regime is one of the challenges in developing the safe and 






Chapter 5 - Conclusion and Recommendation 
 
Ship recycling activity is a complex and controversial matter that raised international 
concerns because of its impact on the environment and safety and health of workers. 
The activity of ship recycling is regulated internationally since 1989, which was 
initiated by the Basel Convention. It regulated the movement of hazardous materials 
across the State’s border. Under the Basel Convention, the ship is not defined clearly 
as waste, and there are limitations in terms of determining the exact time when a ship 
is becoming waste. Additionally, hazardous materials contain in ship also can bring 
harm to human health. This leads to the establishment of guidelines related to the 
safety and health of workers in the ship breaking industry by a joint working group of 
ILO, IMO, and parties to the Basel Convention.  
Furthermore, to create a global standard which can be applied globally and legally 
binding IMO adopted the Hong Kong Convention in 2009. This Convention highlights 
the requirements for ships to have IHM onboard, the authorized ship recycling facility, 
together with the occupational safety and health of workers. This Convention requires 
that all the activity related to ship recycling is conducted environmentally sound. 
Findings from the Hong Kong Convention is there is no provision related to the 
disposal of hazardous material. European Union also established EU Ship Recycling 
Regulation in 2013, which has stringent requirements than the Hong Kong 
Convention, such as requirement for impermeable concrete floor in the yard and 
downstream waste management. EU member states can only recycle their ships in an 
authorized ship recycling yard. 
Indonesia is a maritime country which has 16.057 islands and a total of 46 million GT 
ships (BPS, 2017; Ministry of Transportation, 2019). As of 2018, there are 1750 of 
Indonesian flagged ships which need to be recycled. In terms of regulation, ship 
recycling activity is regulated under the Regulation of Minister of Transportation PM 
29/2014. Related to infrastructures, from the previous research related to ship 
recycling activity, Indonesia has three existing ship recycling yard. Unfortunately, 
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these ship recycling yards are operated without authorization from the Competent 
Authority.  
From the analysis, the missing gaps from the regulation are related to the enforcement 
regime. Compare with the requirements of the Hong Kong Convention; there are 
missing requirements related to IHM for new and existing ships and also lack of 
technical guidelines and procedures. Additionally, PM 29/2014 does not mention 
about the disposal of hazardous waste generated from ship recycling activity. This gap 
could be filled with the Act. Number 101/2014 on Hazardous Waste Management. No 
sanction stipulated in the national regulation related to the violation in ship recycling 
activity may also lead to a weak enforcement regime. Various regulation and ministries 
in governing the activity also make it challenging to create a harmony system. 
In conclusion, to achieve a safe and environmentally sound ship recycling activities, 
Indonesia needs to establish a new set of policy specifically addressing ship recycling 
issues which covers: additional IHM for new and existing ships; technical guidelines 
for the authorization of ship recycling facility; and the enforcement, monitoring, and 
control regime which clearly define the roles and responsibilities of relevant agencies. 
The effective implementation of the legal instrument and effective management by the 
institutions and all stakeholders are the key to a sustainable practice of safe and 
environmentally sound ship recycling. 
To achieve that goal, here are several recommendations: 
1. Focus Group Discussion with all the stakeholder including shipowners, workers, 
ship recycling yard, classification society, and relevant ministries to discuss the 
problem in ship recycling activity in order to find common ground and establish a 
harmony framework in regulating ship recycling activity. 
2. Strengthened the national capabilities of the Government and the players of ship 
recycling facility to establish effective and practical measures which enhance the 
compliance of the ship recycling activity; standard for safety and health of 
workers; and related to downstream waste management. 
3. The establishment of “Cleaning Program.” 
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Author propose a cleaning program which has final objective to make all the ships 
operates for 25 years and more to have IHM onboard. The program is to encourage 
ship owners to develop IHM for their ships. The program will be directed towards 
seagoing ships which operated for more than 25 years. Government works together 
with certain classification society to give discount or subsidy for the ship listed in 
the programs (25 years old and older) who wants to develop IHM. For shipowners 
whose ships are not listed in the program but wish to develop IHM, they will get 
more discount from the classification societies for the development of IHM. 
Further study related to the mechanism to make the program feasible is needed. 
4. Market-based solution for ship recycling activity in relation with port levy as also 
proposed by Profundo company in 2013 to be applied for EU member states 
(Shipbreaking Platform, 2015) for the encouragement of shipowner to recycle their 
ships in an authorized yard. For example, Indonesia’s flagged ships have to pay a 
certain amount of money when they call on Indonesian port. This amount will be 
accumulated for the entire service life of the ships. At the end, when the ships are 
intended to be recycled, if it is conducted in an authorized ship recycling facility, 
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Translation on PM 29/2014 Article 51-56 
 Article 51 
Article 51 of the regulation stipulate the applicable of this ship recycling 
chapter.  
1. For ships of 500 GT or above engaged on international voyages and 
ship recycling facilities shall comply with the international ship 
recycling regulation. 
2. For ships of 100 GT or above sails on Indonesian waters and ship 
recycling facilities which conducted ship recycling activity in 
Indonesia area shall comply with this regulation (PM 29 Year 2014) 
3. Directorate General of Transportation will issue ship recycling 
certificate to ships and grant an authorization to Ship Recycling 
Facilities, which comply with the requirements (1) and (2). 
 Article 52 
This article explained the coverage of ship recycling: 
a. Ships are prohibited in using potentially harmful material to 
the health and to the environment such as asbestos, polychlorinated 
biphenyls (PCB), ozone-depleting substances, and anti-fouling used 
on ship; 
b. Ships intended to be recycled shall have inventory of 
hazardous material (IHM) 
c. The Inventory of Hazardous Material stated on (2) shall have 
information related to the amount, volume, and location of the 
prohibited or restricted hazardous materials used on ships that 
potentially harmful, e.g: 
 Ship structures and equipment (which at least consists of paints 
and coatings, wall panel, equipment on the machinery and 
electrical installation deck, and pipings). 
 Ship generated waste which at least consists of general wastes, 
bilge water, cargo hold, oil residue, and water ballast. 
 Ship’s provision which at least consists of fuel oil, CO2 room, 
lubricant, and gas. 
d. Inventory of hazardous material is prepared by the ship owner or the 
ship recycling facilities for verification by the ship safety inspector 
authorities prior to recycling. 
e. Before the recycling activity is commenced at the ship recycling 
facilities, preparation must be done as follows: 
1. Minimize the remaining cargo, fuel oil and lubricants, 
chemicals and residue onboard the ship; 
2. Cargo hold and cargo pump room on tanker shall be in a safe-
for-entry condition and safe-for-hot-work condition; 
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3. Provide all information to the ship recycling facility to prepare 
the ship recycling plan including inventory of hazardous 
material onboard the ship; 
4. If the ship recycling facilities do not have waste management 
equipment, wastes onboard the ship shall be discharged on the 
last port of call before depart to the ship recycling facilities; 
5. Ensure that the potential harmful liquid has been dried on the 
ship recycling facilities 
6. Ensure that ballast water is already managed according to either 
the national regulation or international regulation. 
f. Ships have been surveyed before the recycling activity is started, which 
covers the inspection of the inventory of hazardous materials, ship 
recycling plan, and the certificate ready for ship recycling. 
 Article 53 
This article stipulate the requirements for ship recycling facilities, which 
covers: 
a. Before the ship recycling activity is commenced, ship recycling facilities shall 
make a ship recycling plan which at least contain: 
1. Information of the ownership written in Bahasa or in English 
2. Information on how to enter into dangerous space, hot, and how 
the type and amount of the hazardous material which has been 
identified in the inventory of hazardous materials of the ships 
3. Potential dangers on the safety of workers that might be occurs 
on the ship recycling process 
4. Ship recycling facilities 
b. Ship recycling can be conducted only in the ship recycling facilities 
which authorized by the Directorate General of Sea Transportation. 
c. To get the authorization to conduct ship recycling, the ship recycling 
facilities must comply with several requirements as follows: 
1. Establish Ship Recycling Facility Plan (SRFP) which at least 
include: 
 Occupational safety and health policy, and the 
protection of the environment including the effort to 
minimize the impact of the ship recycling activities to 
the environment and to human health; 
 Purposes, objectives, and standards and procedures used 
in the ship recycling activities; 
 Duties and responsibilities of each personnel/ workers 
involved on the ship recycling activities; 
 Training programme in ship recycling facilities for 
personnel/ workers; 
 Emergency preparedness and response plan 
 A system for monitoring and progress recording of Ship 
Recycling activity; 
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 A reporting system of the accidents, health problems of 
workers, and damage to the surrounding environment. 
2. Establish procedure to prevent fires, explosions, and 
ensure that all the spaces onboard the ship are in a safe-for-hot 
condition; 
3. Provide personal protective equipment, such as: safety 
helmet, face and eye protector, safety shoes, gloves, respiratory 
protector, ear protector, radiation protector equipment, safety 
belt, and appropriate work clothes; 
4. Has established management system, procedures, 
guidelines, and technical guidelines which will not adverse 
health and safety risk of the workers and prevention of 
pollution, minimize the environmental impact caused by ship 
recycling activity’ 
5. Has waste storage and waste separator for the ship that 
intend to be recycled; 
6. Comply with the site inspection which leads to the 
safety of workers, protection of workers, the environment, and 
hazardous waste management from the recycled ship; 
7. Pass the document verification process and site inspection process from 
the ship safety inspection authorities. 
 Article 54 
The supervision of the requirements of ship recycling and ship recycling 
facilities are conducted by the ship safety inspection authority. 
 Article 55 
This article mentioned that Ship Recycling Facilities shall convey the 
statement of fulfilment of the ship recycling activity and report it to the 
Directorate General of Sea Transportation. 
 
 
 
 
 
 
 
 
 
 
 
 
 
